Riding

by Capt. Kevin Mulligan, USMC

t wasacold December day, and our

sguadron waswinding up a10-day Support-

ingArms Training Exercise (SATEX) at
Bogue Marine CorpsAuxiliary Landing Field,
N.C. We had endured the winter chill inthe
meat-locker-cold K-Spans, and we were ready
to go anywherewarm.

When the operations officer threw the
cross-country ideaon thetable, thesingle
aviatorswereall over it. Leaving Bogue Field
early on aFriday afternoon, our plan wasto
completeoneof thefinal SATEx eventsand
then fly into MCAS Cherry Point for the night.
Inthe morning, wewould continueto balmy
Key West, Fla. Our Hornetsweretired from
the heavy operationa tempo of thelast 10
days, however, we had faith they had enough
inthem for the weekend plan.

After working off of a4,000-foot metal-
matted strip at Bogue Field, an 8,000-foot
runway at MCAS Cherry Point wasawel-
comesight. Every landing for the past 10 days
had been afield arrestment. Because of this,
we hadn’t had to use the anti-skid system. The
sguadron also had used hook pointsat arate
that would raise eyebrows at most FA-18D
squadrons. Therunwaysat MCAS Cherry
Point, fortunately, were different.

Theclear, cold, dry day was perfect for
flying, and | had taken off from Bogue Field
with minimal groundroll. | cameinto the over -
head at MCAS Cherry PointasDash 2,ina
flight of two. Thefirst phase of the weekend
went asbriefed, but that reality changed
rapidly.

Everything looked normal during theland-
ing checks, and the dight right-to-left cross-
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wind was of little concern. Lead landed easily,
asmy WSO and | rolled into the groove.
Though | till flew the ball downtothein-
closeposition, it was niceto be ableto add the
extrapower, flare, and settle the jet onto the
runway. Aswe continued our landing rollout,
lead offset to theright side of the runway,
alowing metheleft sidein casel needed to
go around.

Thejet wasdecelerating nicely asit rolled
up thedightly uphill grade. At 100 knots, |
checked the brakes. | was surprised to have
the brake pedalsgo all theway to the deck. At
95 knoats, | again checked the brakes, with the
sameresult. Thethrottleswereat idle, the
speed brake was extended, and | had pro-
grammed the tick full aft. Though thejet was
continuing to decelerate, | had no way to Slow
it with normal braking. The activerunway at
MCAS Cherry Point did not have any long-
field-arresting gear rigged. Withtheline
boards steadily clicking down, | wasrapidly
running out of real estate. With thebold face
for abrakefailureracing through my brain, |
decided to use the emergency brakesto keep
theaircraft on the runway.

Checking my hydraulic and brake pres-
sure gauges, | saw the systemswere operat-
ing normally. Pulling my feet clear of the
rudder pedds, | pulled the emergency-brake
handleto the detent, said aquick prayer, and
tried one smooth application of the brakes.
Somewherein theapplication, theleft main
mount locked, bulls-eyed, and blew out.
Steering was never anissue, and the airspeed
continued to decel erate to below line speed.
Rolling straight ahead, we cleared the runway



onto themid-field ramp. | brought thejettoa
stop and awaited thefield’ sground support.

Although | had seen brakefailuresinthe
simulator, | never had experienced oneinthe
jet. Inredlty, theindicationswereidentical to
thosein the ssimulator, and that practice aided
my anaysisof thesituation. But | still felt that
my reaction to the brakefailurewasdelayed. |
had never had the brakes do anything but work
asadvertised.

As| was processing theinformation, the
jet had been decelerating and rolling toward
the end of the runway. Treating the brake
failurelike an aborted takeoff roll, | had not
wanted to change my course of action and
aggravate the situation. Having committed to
keeping thejet on deck, | had performed the
boldface stepsfor abrakefailure. If the
emergency brakeshadn’t worked, | would not

have had enough runway remaining to add
power and get of f the deck.

Theonly damageto theaircraft wasthe
blowntire. Themaintainersfound afaulty
valve, which had caused the anti-skid system
tofail. Since we had been working out of
Bogue Field, and had been taking arrested
landings every time, the anti-skid system had
not been used for days. Therefore, wewere
not sure how long the problem had existed.

Sincethat experience, | have begun to test
the brakes at ahigher airspeed (closer to 130
knotsinstead of 100 knots). Testing the brakes
early doestwo thingsfor theaircrew. Firgt, it
tellsthe pilot the status of his brakes sooner,
giving himtimeto decideif he should keep the
jet ondeck or takeit around. Second, it gives
the enginemoretimeto spool up, if required,
so you can take off and go around. e
Capt. Mulligan flies with VMFA-332.

October 2001 approach 27



